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exemption is necessary or appropriate
in the public interest and consistent
with the protection of investors and the
purposes fairly intended by the policies
and provisions of the Act. OLDE
Management states that the requested
relief satisfies this standard.

4. OLDE Management asserts that the
Transaction arose out of business
considerations unrelated to the Trust
and OLDE Management. OLDE
Management states that there is
insufficient time to obtain shareholder
approval of the New Agreements prior
to the Closing Date.

5. OLDE Management represents that
under the New Agreements, during the
Interim Period, the scope and quality of
services provided to the Funds will be
at least equivalent to the scope and
quality of the services it previously
provided under the Existing
Agreements. OLDE Management states
that if any material change in its
personnel occurs during the Interim
Period, OLDE Management will apprise
and consult with the Board to ensure
that the Board, including a majority of
the Independent Trustees, are satisfied
that the scope and quality of the
advisory services provided to the Funds
will not be diminished. OLDE
Management also states that the
compensation payable to it under the
New Agreements will be no greater than
the compensation that would have been
paid to OLDE Management under the
Existing Agreements.

Applicant’s Conditions

OLDE Management agrees as
conditions to the issuance of the
exemptive order requested by the
application that:

1. The New Agreements will have the
same terms and conditions as the
Existing Agreements except for the dates
of execution and termination.

2. Fees earned by OLDE Management
in respect of the New Agreements
during the Interim Period will be
maintained in an interest-bearing
escrow account, and amounts in the
account (including interest earned on
such fees) will be paid to (i) OLDE
Management in accordance with the
New Agreements, after the requisite
shareholder approvals are obtained, or
(ii) the respective Fund, in absence of
such shareholder approval.

3. The Trust will convene a meeting
of shareholders of each Fund to vote on
approval of the respective New
Agreements during the Interim Period
(but in no event later than April 15,

2000).
4. OLDE Management or an affiliate,

not the Funds, will bear the costs of
preparing and filing the application and

the costs relating to the solicitation of
shareholder approval of the Funds
necessitated by the Transaction.

5. OLDE Management will take all
appropriate steps so that the scope and
quality of advisory and other services
provided to the Funds during the
Interim Period will be at least
equivalent, in the judgment of the
Trust’s Board, including a majority of
the Independent Trustees, to the scope
and quality of services previously
provided under the Existing
Agreements. If personnel providing
material services during the Interim
Period change materially, OLDE
Management will apprise and consult
with the Board to assure that the
trustees, including a majority of the
Independent Trustees, of the Trust are
satisfied that the services provided will
not be diminished in scope or quality.

For the SEC, by the Division of Investment
Management, under delegated authority.
Margaret H. McFarland,

Deputy Secretary.
[FR Doc. 99-30709 Filed 11-24-99; 8:45 am]
BILLING CODE 8010-01-M

SECURITIES AND EXCHANGE
COMMISSION

SUNSHINE ACT MEETING

AGENCY MEETING: Notice is hereby given,
pursuant to the provisions of the
Government in the Sunshine Act, Pub.
L. 94409, that the Securities and
Exchange Commission will hold the
following meeting during the week of
November 29, 1999.

A closed meeting will be held on
Wednesday, December 1, 1999, at 11:00
a.m.

Commissioners, Counsel to the
Commissioners, the Secretary to the
Commission, and recording secretaries
will attend the closed meeting. Certain
staff members who have an interest in
the matters may also be present.

The General Counsel of the
Commission, or his designee, has
certified that, in his opinion, one or
more of the exemptions set forth in 5
U.S.C. 552b(c) (4), (8), (9)(A) and (10)
and 17 CFR 200.402(a) (4), (8}, {9)(A)
and (10), permit consideration for the
scheduled matters at the closed meeting.

Commissioner Unger, as duty officer,
voted to consider the items listed for the
closed meeting in a closed session.

The subject matter of the closed
meeting scheduled for Wednesday,
December 1, 1999, will be:

Institution and settlement of injunctive
actions

Institution and settlement of
administrative proceedings of an
enforcement nature
At times, changes in Commission

priorities require alterations in the

scheduling of meeting items. For further
information and to ascertain what, if
any, matters have been added, deleted
or postponed, please contact:

The Office of the Secretary at (202)

942--7070.

Dated: November 23, 1999.

Jonathan G. Katz,

Secretary.

[FR Doc. 99-30918 Filed 11-23-99; 2:54 pm]

BILLING CODE 8010-01-M

DEPARTMENT OF TRANSPORTATION
Federal Aviation Administration

Aviation Rulemaking Advisory
Committee; Transport Airplane and
Engine Issues—New and Revised
Tasks

AGENCY: Federal Aviation
Administration (FAA), DOT.

ACTION: Notice of new and revised task
assignments for the Aviation
Rulemaking Advisory Committee
(ARAQ).

SUMMARY: Notice is given of new tasks
assigned to and accepted by the
Aviation Rulemaking Advisory
Committee (ARAC) and of revisions to
a number of existing tasks. This notice
informs the public of the activities of
ARAC.

FOR FURTHER INFORMATION CONTACT:
Dorenda Baker, Transport Airplane
Directorate, Aircraft Certification
Service (ANM-110), 1601 Lind Avenue,
SW., Renton, WA 98055; phone (425)
227-2109; fax (425) 227-1320.

SUPPLEMENTARY INFORMATION:

Background

The FAA has established an Aviation
Rulemaking Advisory Committee to
provide advice and recommendations to
the FAA Administrator, through the
Associate Administrator for Regulation
and Certification, on the full range of
the FAA’s rulemaking activities with
respect to aviation-related issues. This
includes obtaining advice and
recommendations on the FAA’s
commitment to harmonize its Federal
Aviation Regulations (FAR) and
practices with its trading partners in
Europe and Canada.

One area ARAC deals with is
transport airplane and engine issues.
These issues involve the airworthiness
standards for transport category
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airplanes and engines in 14 CFR parts
25, 33, and 35 and parallel provisions in
14 CFR parts 121 and 135. The
corresponding Canadian standards are
contained in Parts V, VI, and VII of the
Canadian Aviation Regulations. The
corresponding European standards are
contained in Joint Aviation
Requirements (JAR) 25, JAR-E, JAR-P,
JAR-OPS—Part 1, and JAR-26.

As proposed by the U.S. and
European aviation industry, and as
agreed between the Federal Aviation
Administration (FAA) and the European
Joint Aviation Authorities (JAA), an
accelerated process to reach
harmonization has been adopted. This
process is based on two procedures:

(1) Accepting the more stringent of
the regulations in Title 14 of the Code
of Federal Regulations (FAR), Part 25,
and the Joint Airworthiness
Requirements (JAR); and

(2) Assigning approximately 41
already-tasked significant regulatory
differences (SRD), and certain
additional part 25 regulatory
differences, to one of three categories:
o Category 1—Envelope
¢ Category 2—Completed or near

complete
¢ Category 3—Harmonize
The Revised Tasks

ARAC will review the rules identified
in the “FAR/JAR 25 Differences List,”
dated June 30, 1999, and identify
changes to the regulations necessary to
harmonize part 25 and JAR 25. ARAC
will submit a technical report on each
rule. Each report will include the cost
information that has been requested by
the FAA. The tasks currently underway
in ARAC to harmonize the listed rules
are superseded by this tasking.

New Tasks

The FAA has submitted a number of
new tasks for the Aviation Rulemaking
Advisory Committee (ARAC), Transport
Airplane and Engine Issues. As agreed
by ARAC, these tasks will be
accomplished by existing harmonization
working groups. The tasks are regulatory
differences identified in the above-
referenced differences list as Rule type
=P-SRD.

New Working Group

In addition to the above new tasks, a
newly established Cabin Safety
Harmonization Working Group will
review several FAR/JAR paragraphs as
follows:

ARAC will review the following rules
and identify changes to the regulations
necessary to harmonize part 25 and JAR:
(1) Section 25.787;

(2) Section 25.791(a) to (d);

(3) Section 25.810;

(4) Section 25.811;

(5) Section 25.819; and
(6) Section 25.813(c).

ARAC will submit a technical report
on each rule. Each report will include
the cost information that has been
requested by the FAA.

The Cabin Safety Harmonization
Working Group would be expected to
complete its work for the first five items
(identified as Category 1 or 2) before
completing item 6 (identified as
Category 3).

Schedule

Within 120 days of tasking/retasking:

¢ For Category 1 tasks, ARAC submits
the Working Groups’ technical
reports to the FAA to initiate
drafting of proposed rulemaking
documents.

e For Category 2 tasks, ARAC submits
technical reports, including already
developed draft rules and/or
advisory materials, to the FAA to
complete legal review, economic
analysis, coordination, and
issuance.

June 2000: For Category 3 tasks, ARAC
submits technical reports including
draft rules and/or advisory
materials to the FAA to complete
legal review, economic analysis,
coordination, and issuance.

ARAC Acceptance of Tasks

ARAC has accepted the new tasks and
has chosen to assign all but one of them
to existing harmonization working
groups. A new Cabin Safety
Harmonization Working Group will be
formed to complete the remaining tasks.
The working groups serve as staff to
ARAC to assist ARAC in the analysis of
the assigned tasks. Working group
recommendations must be reviewed and
approved by ARAC. If ARAC accepts a
working group’s recommendations, it
forwards them to the FAA and ARAC
recommendations.

Working Group Activity

All working groups are expected to
comply with the procedures adopted by
ARAC. As part of the procedures, the
working groups are expected to
accomplish the following:

1. Document their decisions and
discuss areas of disagreement, including
options, in a report. A report can be
used both for the enveloping and for the
harmonization processes.

2. If requested by the FAA, provide
support for disposition of the comments
received in response to the NPRM or
review the FAA’s prepared disposition
of comments. If support is requested,
the Working Group will review

comments/disposition and prepare a
report documenting their
recommendations, agreement, or
disagreement. This report will be
submitted by ARAC back to the FAA.
3. Provide a status report at each
meeting of ARAC held to consider
Transport Airplane and Engine Issues.

Partcipation in the Working Groups

Membership on existing working
groups will remain the same, with the
formation of subtask groups, if
appropriate. The Cabin Safety
Harmonization Working Group will be
composed of technical experts having
an interest in the assigned task. A
working group member need not be a
representative of a member of the full
committee.

An individual who has expertise in
the subject matter and wishes to become
a member of the Cabin Safety
Harmonization Working Group should
write to the person listed under the
caption FOR FURTHER INFORMATION
CONTACT expressing that desire,
describing his or her interest in the
tasks, and stating the expertise he or she
would bring to the working group. All
requests to participate must be received
no later than December 30, 1999. The
requests will be reviewed by the
assistant chair, the assistant executive
director, and the working group chair,
and the individuals will be advised
whether or not the request can be
accommodated.

Individuals chosen for membership
on the Cabin Safety Harmonization
Working Group will be expected to
represent their aviation community
segment and participate actively in the
working group (e.g., attend all meetings,
provide written comments when
requested to do so, etc.). They also will
be expected to devote the resources
necessary to ensure the ability of the
working group to meet any assigned
deadline(s). Members are expected to
keep their management chain advised of
working group activities and decisions
to ensure that the agreed technical
solutions do not conflict with their
sponsoring organization’s position when
the subject being negotiated is presented
to ARAC for a vote.

Once the working group has begun
deliberations, members will not be
added or substituted without the
approval of the assistant chair, the
assistant executive director, and the
working group chair.

The Secretary of Transportation has
determined that the formation and use
of ARAC are necessary and in the public
interest in connection with the
performance of duties imposed on the
FAA by law.
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Meetings of ARAC will be open to the
public. Meetings of the working groups
will not be open to the public, except
to the extent that individuals with an
interest and expertise are selected to
participate. No public announcement of
working group meetings will be made.

Issued in Washington, DC, on November
19, 1999.

Anthony F. Fazio,

Executive Director, Aviation Rulemaking
Advisory Committee.

[FR Doc. 99-30774 Filed 11-24-99; 8:45 am]
BILLING CODE 4910-13-M

DEPARTMENT OF TRANSPORTATION

Federal Aviation Administration
RIN 2120-AA64

General Aviation Summit; Notice of
Public Meeting

AGENCY: Federal Aviation
Administration, DOT.
ACTION: Notice of public meeting.

SUMMARY: This notice announces a
public meeting on the subject of the
continued airworthiness of the U.S.
general aviation fleet of aircraft. The
purpose of the meeting is to gather
information and discuss technical issues
related to problems associated with the
increasing average age of the general
aviation fleet. Particular emphasis will
be given to continued field support,
service difficulty experiences and
reporting, and inspection issues.
DATES: The public meeting will be held
January 11-12, 2000, starting at 8:00
a.m. each day, in Kansas City, Missouri.
Registration will begin at 8:00 a.m. on
the first day of the meeting.
ADDRESSES: The public meeting will be
held at the following location: The
Adam’s Mark Hotel, Grand Ballroom,
9103 East 39th Street, Kansas City,
Missouri 64133.

Persons who are unable to attend the
meeting may mail their comments to:
Federal Aviation Administration,
(FAA), Central Region, Small Airplane
Directorate, Attention: Mr. Bill
Timberlake, 901 Locust, Room 301,
Kansas City, Missouri 64106. Written
comments regarding the subject of this
meeting will receive the same
consideration as statements made at the
public meeting.

FOR FURTHER INFORMATION CONTACT:
Requests to present a statement at the
public meeting and questions regarding
the logistics of the meeting should be
directed to FAA, Central Region, Small
Airplane Directorate, Attention: Mr. Bill
Timberlake, 901 Locust, Room 301,

Kansas City, Missouri 64106; telephone:
(816) 329—4178; facsimile (816) 329—
4091.

SUPPLEMENTARY INFORMATION:

Participation at the Public Meeting

Requests from persons who wish to
present oral statements at the public
meeting should be received by the FAA
no later than 10 days prior to the
meeting. Such requests should be
submitted to Mr. Bill Timberlake as
listed in the section titled FOR FURTHER
INFORMATION CONTACT above, and should
include a written summary of oral
remarks to be presented, and an
estimate of time needed for the
presentation, Requests received after the
date specified above will be scheduled
if there is time available during the
meeting; however, the names of those
individuals may not appear on the
written agenda. The FAA will prepare
an agenda of speakers that will be
available at the meeting. To
accommodate as many speakers as
possible, the amount of time allocated to
each speaker may be less than the
amount of time requested. Those
persons desiring to have available
audiovisual equipment should notify
the FAA when requesting to be placed
on the agenda.

Background

The average airplane in the general
aviation fleet of the United States is
approximately 34 years old. In the next
10 years, this average age is expected to
rise to over 41 years old. By the year
2019, the average general aviation
airplane will be almost 50 years old.

ertain type design airplanes may be
subject to pending rulemaking, which
would require the development of
Structural Inspection Documents (SIDs),
and a mandated structural inspection
program. These actions, if adopted,
would not commence for at least 5 years
and may not be complete until the year
2010. This rulemaking would not affect
airplanes utilized in accordance with
Part 91 of the Federal Aviation
Regulations (14 CFR part 91). The FAA
has determined that as the general
aviation fleet gets older, there is concern
about ensuring the continued
airworthiness of these airplanes.

In addition to these concerns, there
are a large number of general aviation
airplane manufacturers that have gone
out of business or severely curtailed
operations. The FAA is concerned about
the less than optimum availability of
resources to respond to any
airworthiness problems on these
airplanes. The FAA is aware that many
of these “orphaned” airplanes are well
supported by owner associations and

spare parts manufacturers, but
unfortunately, this support is not
available in all cases.

The FAA has determined that it is in
the public interest to hold a public
meeting on this subject for the purpose
of sharing information and gathering
additional data. Accordingly, the FAA
will conduct this public meeting in
Kansas City, Missouri.

The FAA anticipates that the agency,
industry, and the general public will use
the public meeting as a forum to share
information, resolve questions, and
discuss potential solutions concerning
the continued airworthiness of older
general aviation airplanes.

Public Meeting Procedures

The following procedures have been
established for this meeting:

1. Admission and participation in the
public meeting is free. The meeting will
be open to all persons who have
requested in advance to present
statements, or who register on the first
day of the meeting (between 8:00 a.m.
and 8:30 a.m.). Time availability for
presentations and seating will be made
according to the order of reservation.

2. Representatives from the FAA will
conduct the public meeting. A technical
panel of FAA personnel will discuss
information presented by participants.

3. The public meeting is intended as
a forum to share information and
resolve questions concerning the
continued airworthiness of older general
aviation airplanes. Those sharing
information will include industry, the
general public, and operators of general
aviation aircraft. Participants must limit
their presentations to the issue.

4. All interested parties will have the
opportunity to present any additional
information not currently available to
the FAA. The FAA will then have the
opportunity to explain the methodology
and technical assumptions supporting
its current observations.

5. FAA personnel, industry, and
public participants may engage in a full
discussion of all technical material
presented at the meeting. Anyone
presenting conclusions will be expected
to submit to the FAA data supporting
those conclusions.

6. The FAA will try to accommodate
all speakers. Time may be limited for
each presentation.

7. Sign and oral interpretations will
be made available at the meeting,
including assistive listening devices, if
requested 10 calendar days before the
meeting.

8. The meeting (except for any
breakout sessions) will be recorded by a
court reporter. Any person who is
interested in purchasing a copy of the



Recommendation Letter



Aebion: Hem

400 Main Street * Pratt & Whitney

East Hartford, Connecticut 06108 A United Technologies Company

August 15, 2000

Federal Aviation Administration
800 Independence Avenue, SW
Washington, DC 20591

Attention: Mr. Thomas McSweeny, Associate Administrator for Regulation and
Certification

Subject:  Submittal of ARAC Recommendations
Reference: FAA Tasking to TAEIG, dated November 19, 1999.
Dear Tom,
In accordance with the reference tasking, the ARAC Transport Airplane and Issues
Group is pleased to forward the attached "Fast Track" report for 25.1328 to the FAA as
an ARAC recommendation. This report has been prepared by the Avionics
Harmonization Working Group of TAEIG.
Sincerely yours,
C. R. Bolt
Assistant Chair, TAEIG
copies: *Clark Badie - Honeywell
Kristin Carpenter - FAA
*Effie Upshaw - FAA

*letter only

CRB_08_15_00_1
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AVHWG SRD Harmonization

FAR/JAR 25.1328
DIRECTION INDICATOR

(Final Report)
(as agreed in AVHWG meeting#5 in Phoenix on 18 May 2000)
(rev b in meeting #6 in Montreal — 28 June 2000)

What is the underlying safety issue addressed by FAR/JAR?

Assures that instruments that display direction information have an accuracy adequate for safe
operation of the airplane, considering that the related equipment will have some errors due to
conventional installation characteristics or the performance of the equipment itself.

What are current FAR and JAR standards?

There is no current FAR paragraph 25.1328. However, FAR paragraph 25.1327 addresses the
accuracy requirements for a magnetic direction indicator. However, the type of direction
indicator addressed in FAR 25.1327 is not explicitly defined. There is a JAR 25.1327 but it is
directed towards the non-stabilized magnetic direction indicator required by JAR 25.1303 (a)

€))

Current FAR 25.1327 Magnetic Direction Indicator:

(a) Each magnetic direction indicator must be installed so that its
accuracy is not excessively affected by the airplane's vibration or magnetic
fields.

(b) The compensated installation may not have a deviation, in level flight,
greater than 10 degrees on any heading.

Current JAR 25.1327 Magnetic Direction Indicator:

(a) Each magnetic direction indicator must be installed so that its

accuracy is not excessively affected by the aeroplane's vibration or magnetic

fields.

(b) The magnetic direction indicator required by JAR 25.1303 (a) (3) may not have a
deviation, after compensation, in normal level flight, greater than 10 degrees on any heading.

Current JAR 25X1328 Direction Indicator:
Direction indicators required by JAR 25.1303(b)(6) must have an accuracy adequate for the
safe operation of the aeroplane. (See ACJ 25X1328)

Current ACJ 25X1328
1. After correction the deviation on any heading should not exceed 1°, except that —

a.  On aeroplanes with a short cruising range, the above limit may be extended after
consultation with the National Authority.
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b. A change in deviation due to the current flow in any item of electrical equipment and its
associated wiring is permissible, but should not exceed 1°. The combined change for all
such equipment, with all combinations of electrical load, should not exceed 2°.

c. A change in deviation due to the movement of any component, (e.g. controls or
undercarriage) in normal flight is permissible, but should not exceed 1°.

2. The change in deviation due to the proximity of any item of equipment containing magnetic
material should not exceed 1° and the combined change for all such equipment should not
exceed 2°,

What are the differences in the standards?
FAR 25.1327 does not specify the type of magnetic direction indicators.

JAR 25.1327 specifically addresses non-stabilized magnetic direction indicators, while

JAR 25X1328 addresses stabilized magnetic and non-magnetic direction indicators. The
accuracy requirements differ as follows:

FAR 25.1327 has a 10 degree accuracy requirement for each magnetic indicator, not
specific to type, while JAR 25.1327 specifies a 10 degree accuracy requirement for
only the non-stabilized magnetic indicator required by JAR 25.1303 (a) 3.

JAR 25X1328 addresses the accuracy requirements for the stabilized magnetic or non-
magnetic indicator required by JAR 25.1303 (b) 6.

What, if any, are the differences in required means of compliance?
ACJ 25X1328 provides interpretation only for a stabilized magnetic indicator, with a suggested
accuracy dependent on magnetic effects.

Compliance with the FAR 25.1327, JAR 25.1327, and JAR 25X1328 becomes confusing
because of the differences identified in paragraph 3 of this report.
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What is the proposed action?
Consolidate the differences into one harmonized standard FAR/JAR 25.1327.

Incorporate the material from JAR 25X1328 into the harmonized FAR/JAR 25.1327, and
provide a new AC with additional wording based on the current ACJ25X1328.

Delete the existing JAR 25X1328 and ACJ25X1328, because they will be enveloped into
25.1327.

Also consider the current TSOs for direction instruments so that the new harmonized
installation standard does not conflict with the minimum operational performance standards

(MOPS).
What should the harmonized standard be?

FAR/JAR 25.1327 Direction Indicator

(a) Each magnetic direction indicator must be installed so that its accuracy is not excessively
affected by the airplane’s vibration or magnetic fields.

(b) The magnetic direction indicator required by FAR/JAR 25.1303 (a) (3) may not have a
deviation, after compensation, in normal level flight, greater than 10 degrees on any heading.
(c) Direction indicators required by FAR/JAR 25.1303(b)(6) must have an accuracy adequate
for the safe operation of the airplane

How does this proposed standard address the underlying safety issue (identified in #1)?
The proposed standard provides a requirement for instruments that display direction
information, for safe operation of the airplane, considering that the related equipment will have
some errors due to the performance of the equipment itself as well as conventional installation
characteristics.

Relative to current FAR, does the proposed standard increase, decrease, or maintain the
same level of safety?

The proposed standard may increase the level of safety by clarifying the requirements for the
direction indicators required by FAR/JAR 25.1303(a)(3) and 25.1303(b)(6).

Relative to current industry practice, does the proposed standard increase, decrease, or
maintains the same level of safety?
Maintains the same level of safety.

What other options have been considered and why were they not selected?

The group considered leaving FAR/JAR 25.1327 as-is and incorporating 25X1328 into a new
FAR 25.1328, and to have a new AC/ACJ 25.1328. This option was rejected because it would
have resulted in two conflicting rules covering the same subject.
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The group also considered removing 25.1327 and including all relevant rules into a harmonized
FAR/JAR 25.1328. This option was rejected because other regulations and advisory material
may reference the existing FAR/JAR 25.1327 (e.g. FAR/JAR 25.1459 for Flight Recorders).

The group also proposed a different harmonized paragraph (c) of FAR/JAR 25.1327, that
accounted for the individual errors described in the ACJ25X1328. However, in the spirit of
enveloping, this proposed option was rejected.

Who would be affected by the proposed change?
Nobody, since this is current industry practice.

New JAA certifications will require reference only to JAR 25.1327 instead of both JAR
25.1327 and JAR 25X1328.

To ensure harmonization, what current advisory material (e.g., ACJ, AMJ, AC, policy
letters) need to be included in the rule text or preamble?

The current ACJ25X.1328 needs to be reviewed and modified as appropriate to write a
harmonized AC/ACJ 25.1327.

Is existing FAA advisory material adequate?
N/A.

If not, what advisory material should be adopted?
The current ACJ25X.1328 needs to be reviewed and modified as appropriate to write a
harmonized AC/ACJ 25.1327.

How does the proposed standard affect the current ICAQ standard?
The AVHWG is not aware of any.

How does the proposed standard affect other HWG’s?
None affected.

What is the cost impact of complying with the proposed standard?
None anticipated, because current industry practice is already compliant with the proposed
standard.

Does the HWG want to review the draft NPRM at “Phase 4” prior to publication in the
Federal Register?
Yes.

In light of the information provided in this report, does the HWG consider that the “fast
Track” process is appropriate for this rulemaking project, or is the project too complex
or controversial for the “Fast Track” process?

This project is appropriate for the “Fast Track™ process.
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AC/ACJ 25.1327
DIRECTION INDICATOR

(Final Report)
(as agreed in AVHWG meeting#6 in Montreal on 28 June 2000)

1. What is the underlying safety issue addressed by AC/ACJ?
Assures that instruments identified in FAR/JAR 25.1303(b)(6) have an accuracy which is
adequate for safe operation of the airplane, considering that the related equipment will have
some errors due to conventional installation characteristics or the performance of the
equipment itself.

This corresponds to the proposed harmonized FAR/JAR 25.1327, which has been submitted in
conjunction with this report.

2. What are current FAR and JAR standards?
There is no current FAR AC.

Current ACJ 25X1328
1. After correction the deviation on any heading should not exceed 1°, except that —

a. On aeroplanes with a short cruising range, the above limit may be extended after
consultation with the National Authority.

b. A change in deviation due to the current flow in any item of electrical equipment and its
associated wiring is permissible, but should not exceed 1°. The combined change for all
such equipment, with all combinations of electrical load, should not exceed 2°.

c. A change in deviation due to the movement of any component, (e.g. controls or
undercarriage) in normal flight is permissible, but should not exceed 1°.

2. The change in deviation due to the proximity of any item of equipment containing magnetic
material should not exceed 1° and the combined change for all such equipment should not
exceed 2°.

3. What are the differences in the standards?
There is no standard FAA AC 25-1327, while there is a related JAA ACJ 25X1328.

4. What, if any, are the differences in required means of compliance?
ACJ 25X1328 provides interpretation for a stabilized magnetic indicator, with a suggested
accuracy dependent on magnetic effects. There is no related FAA AC.

5. What is the proposed action?
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Use the existing ACJ25X1328 as a baseline for a harmonized AC/ACJ 25.1327. This
corresponds with the proposed harmonized rule (FAR/JAR 25.1327), which essentially
eliminates the existing JAR 25X1328. Update the harmonized AC/ACIJ to clarify what is
necessary for safe operation of an airplane, and to correspond with the minimum operational
performance standards (MOPS) of the equipment.

What should the harmonized standard be?

AC/ACJ 25.1327

This AC addresses the accuracy of stabilized magnetic heading systems, required for safe
operation of the airplane. These systems include means to compensate or correct for errors
induced by stable magnetic effects in the airplane. Additional effects due to electromagnetic
transients and configuration changes are not normally “compensated” by the magnetic heading
system and are also included in this AC.

Should the correction become unavailable (either intentionally or unintentionally), the effects of
the resulting heading indication should be considered for safe operation of the airplane. This
AC addresses the condition where correction is available and the condition where correction is
not available (or failed).

In most circumstances, heading information is not directly used as the primary means of
navigation. This condition should permit the applicant to show that the accuracy adequate for
the safe operation of the airplane may be different than what is defined in this AC.

1. After correction the cumulative deviation on any heading should not exceed 5°, based on
the following:

a. A change in deviation due to the equipment of the heading system components, the
total of which should not exceed 2°.

b. A change in deviation due to the current flow in any item of electrical equipment and its
associated wiring is permissible, but should not exceed 1°. The total cumulative effect
for all combinations of equipment, with all combinations of electrical load, should not
exceed 2°.

c. A change in deviation due to the movement of any component, (e.g. controls or
undercarriage) in normal flight is permissible, but should not exceed 1°.

2. If correction fails or is not available, the change in deviation due to the proximity of all
equipment containing magnetic material should not exceed 2°.

Note: On airplanes with a short cruising range, the above limits may be extended after consultation with the
National Authority. For airplanes that do not depend on direction or heading information for navigation (VOR,
ILS, FMS, GPS), the above limits may be extended after consultation with the National Authority.
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AVHWG SRD Harmonization

How does this proposed standard address the underlying safety issue (identified in #1)?
The proposed standard provides a clarification to the basic requirement for certain instruments
that display direction information.

Relative to current FAR, does the proposed standard increase, decrease, or maintain the
same level of safety?

The proposed standard may increase the level of safety by clarifying the harmonized
requirement (FAR/JAR 25.1327).

Relative to current industry practice, does the proposed standard increase, decrease, or
maintains the same level of safety?
Maintains the same level of safety.

What other options have been considered and why were they not selected?
The group considered using the ACJ25X1328 as is, but rejected it because it needed some
clarification.

Who would be affected by the proposed change?
Nobody, since this is already considered standard industry practice.

To ensure harmonization, what current advisory material (e.g., ACJ, AMJ, AC, policy
letters) need to be included in the rule text or preamble?
This is a modification of current advisory material (ACJ25X1328).

Is existing FAA advisory material adequate?
There is no existing FAA advisory material.

If not, what advisory material should be adopted?
This is a modification of current advisory material (ACJ25X1328).

How does the proposed standard affect the current ICAO standard?
The AVHWG is not aware of any.

How does the proposed standard affect other HWG’s?
None affected.

What is the cost impact of complying with the proposed standard?
None anticipated, because current industry practice is already compliant with the proposed
standard.

Does the HWG want to review the draft NPRM at “Phase 4” prior to publication in the
Federal Register?
Yes.



19.

AVHWG SRD Harmonization

In light of the information provided in this report, does the HWG consider that the “fast
Track” process is appropriate for this rulemaking project, or is the project too complex
or controversial for the “Fast Track” process?

This project is appropriate for the “Fast Track” process.
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What is the underlying safety issue addressed by the FAR/JAR?: The underlying safety ,/»/»1-99- o9 e
issue is to prevent hazardously misleading airspeed information from being presented to

the flightcrew. To this end, FAR/JAR 25.1323 specify the accuracy and calibration

requirements and the speed ranges over which each airspeed system must be calibrated.

In addition, each airspeed system must be designed and installed so as to minimize the

possibility of malfunction by the entry of foreign material, by icing, or due to a collision

with a bird.

What are the current FAR and JAR standards?: see below for 25.1323(c), which is the
only part of 25.1323 where the standards are different:

Current FAR text: The airspeed error of the installation, excluding the airspeed
indicator instrument calibration error, may not exceed three percent or five knots,
whichever is greater, throughout the speed range, from--

(1) Vyoto 1.3 Vg, with flaps retracted; and

(2) 1.3 Vg, to Vi with flaps in the landing position.

Current JAR text: (1)  The airspeed error of the installation, excluding the
airspeed indicator instrument calibration error, may not exceed three percent or five
knots, whichever is greater, throughout the speed range, from--
(i) Vmo to 1.3 Vg, with wing-flaps retracted; and
(ii) 1.3 Vg, to Vi with wing-flaps in the landing position.
(2) From 1.3 V; to stall warning speed the IAS must change perceptibly with
CAS and in the same sense, and at speeds below stall warning speed the IAS must not
— ——-——————change-in-anineorrect sense—{(See- ACI 251323 (e))— — —
(3) From Vo t0 Vo +2/3 (Vpr — Vo) the IAS must change perceptibly with
CAS and in the same sense, and at higher speeds up to V,; the IAS must not change
in an incorrect sense. (See ACJ 25.1323 (¢)(3).) -
(4) There must be no indication of airspeed which would cause undue difficulty
to the pilot during the take-off between the initiation of rotation and the achievement
_of a steady climbing condition. :

What are the differences in the standards and what do these differences result in?: The
JAR standard contains requirements, not in the FAR, for speeds greater than and less than
the speed range for which accuracy requirements apply. At speeds up to 2/3 (Vpr — Vo)
and less than the stall warning speed, JAR 25.1323 requires the indicated speed to change
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perceptibly and in the same sense as the calibrated airspeed. At speeds up to Vp, the
indicated airspeed must not change in an incorrect sense. Also, between the initiation of
rotation and the achievement of a steady climbing condition during takeoff, there must
not be an airspeed indication that would cause the pilot undue difficulty. An example of
such an indication would be a significant pause or change in the rate of change in
airspeed. Such effects could be caused by transiting through ground effect.

What, if any, are the differences in the means of compliance?:

The following JAR ACJ’s and FAA AC 25-7A material are relevant:

ACJ 25.1323(c)(2): From 1.3 Vj to stall warning speed the rate of change of IAS with
CAS should be not less than 0.75.

ACJ 25.1323(c)(3): From Vo + 2/3 (Vpr — Vyyo) the rate of change of IAS with CAS
should be not less than 0.5.

ACJ 25.1323(d): The design and installation of the pitot system should be such that
positive drainage of moisture is provided, chafing of the tubing and excessive distortion
at bends is avoided, and the lag and the possibility of moisture blockage in the tubing
should be kept to an acceptable minimum.

ACJ 25.1323(e):

1. Tests should be conducted to the same standard as recommended for turbine
engine air intakes (see ACJ 25.1093(b)(1)) unless it can be shown that the items are so
designed and located as not to be susceptible to icing conditions. Ice crystal and mixed
ice and water cloud will need to be considered where the system is likely to be
susceptible to such conditions.

2. However, in conducting these test due regard should be given to the presence of
the aeroplane and its effect on the local concentration of the cloud.

AC25-7A

177. AIRSPEED INDICATING SYSTEM - § 25.1323.

a. Explanation.

(1) Methods. Unless a calibrated reference system is provided, the airspeed
system should be calibrated throughout as wide a range as necessary to cover the intended
flight tests. The procedures of this section are for the purpose of showing compliance
with § 25.1323(b) and are not intended to cover the speed range of the flight tests. If an
alternate airspeed indicating system is provided, it should be calibrated. The airspeed
indicating system should be calibrated in accordance with the following methods:
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(i) The tests should be conducted in stabilized flight at airspeeds
throughout the speed range for the airplane configurations to be tested. The airplane's
airspeed system should be calibrated against a reference airspeed system or a
groundspeed course.

(i) A reference airspeed system should consist of either of the following:

(A) An airspeed impact pressure and static pressure measurement
device (or devices) that are free from error due to airplane angular changes relative to the
direction of the free stream or due to slipstream variation resulting from changes in
airplane configuration or power. In addition, the device or devices should have a known
calibration error when located in the free stream; or

(B) Any other acceptable airspeed calibration method (e.g., the
altimeter method of airspeed calibration).

(ili) When establishing the airplane's true airspeed by means of the
groundspeed course, flight between the two reference points should be made at constant
airspeed in two successive runs in opposite directions to eliminate the effect of wind. The
runs should be made only in stable wind. The time to make the runs should be obtained
by means of some calibrated device. The speed runs should not be made nearer the
ground surface than a wing span's length.

(iv) If an alternate system is provided, it may be calibrated against either the
reference system or the airplane's system.

(v) Airspeed Lag. With the advent of electronic instruments in the cockpit,
the pneumatic signals from the pitot and static sources are processed and digitized in the
Air Data Computer (ADC) and then filtered and transported to the cockpit display. As a
result of the data processing and filtering, the associated time lag, and, consequently,
airspeed lag at the cockpit display, can be an important consideration in the airspeed
indicating system calibration during ground acceleration. As stated in § 25.1323(b), the
calibration for an accelerated takeoff ground run must determine the “system error,”

which is the relation between indicated and calibrated airspeeds. The system error is the
sum of the pneumatic lag in the pressure lines, airspeed lag due to time lags in processing
the data, and static source, position error.

(A) Airspeed lag must be measured during ground acceleration tests
or determined by analysis. Increments should be developed for a range of airplane gross
weights considering airspeed lag at V| and the associated increase in accelerate-stop and
takeoff distances due to lag. The error due to lag in the airspeed indicating system during
ground acceleration should not be greater than 3.0 knots throughout the takeoff operating
envelope of the airplane. Furthermore, an increase in the takeoff distance or the
accelerate-stop distance as a result of airspeed lag should not exceed 100 ft. The 3 knots
limitation is intended to establish the maximum acceptable systematic error. Even though
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the lag may be within the 3 knots limit, an airspeed correction may be required to stay
within the 100 ft. of increased distance.

(B) Corrections may be applied directly in the ADC or they may be
introduced via the ground airspeed calibration provided in the Airplane Flight Manual
(AFM). If corrections are applied directly in the ADC, it is possible to display calibrated
airspeed in the cockpit. Furthermore, if acceleration data are input, the airspeed error can
be computed and accounted for in real time, assuming the time lag is known. The
alternative would be to use an airspeed lag increment derived from calibration tests that
would represent a range of conditions within the takeoff envelope. After correction, an
increase in distance due to lag should be less than 100 ft throughout the takeoff envelope,
whether applied in the ADC or AFM. Consideration should be given to short field,
lighter weight takeoffs (higher acceleration), as well as maximum weight and higher V,
speeds, in deriving the increment.

(2) Configuration. Airspeed calibration tests should be conducted in the
following configurations:

(1) Weight - between maximum takeoff and maximum landing.
(i) C. G. position - optional.
(iii) Takeoff configuration(s) - ground roll.

(iv) Wing flaps and landing gear - all combinations of positions used to
show compliance with the takeoff, climb, and landing requirements of 14 CFR part 25.

(v) Thrust - as required.
b. Procedures.

(1) Any one or any desired combination of the procedures in subparagraphs (2)
through (4) of this paragraph may be used for calibrating the airspeed indicating system.

The airspeed should be measured or determined simultaneously from the airplane's
system and the reference system during stabilized runs for at least five speeds spaced
throughout the speed range, the lowest not to exceed 1.3 V. The highest speed should
not exceed V,,o/Myo. The speed spread between the test speeds should be limited to 10
knots from Vg to 1.6 V; or placard speed, and 20 knots from 1.6 Vg to V.

(2) Speed course: The airspeed, power, and altitude should be stabilized before
entering the speed course. Constant airspeed should be maintained during each run. The
runs should be made in both directions on reciprocal headings for each speed over the

speed course. The following data should be recorded:

(i) Time of day at beginning of run.
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(i) Time to make run.

(iii) Pressure altitude.

(iv) Ambient air temperature.

(v) Airspeed at several intervals during run.

(vi) Wing flap position.

(vii) Landing gear position.

(viii) Course distance.

(3) Reference airspeed system: Stabilized runs at the test speeds listed in this

paragraph should be made. The airspeed from the airplane's airspeed system and the

reference airspeed system should be read simultaneously. The following data should be
recorded:

(i) Time of day.

(>i1) Airpiane's indicated airspeed.
(iii) Reference indicated airspeed.
(iv) Pressure altitude.

(v) Ambient air temperature.

(vi) Wing flap position.

(vii) Landing gear position.

(4) Other acceptable airspeed calibration methods. Stabilized flight runs at the
test speeds should be made, and the necessary data recorded, to establish the airplane's
airspeed system error and the configuration of the airplane. Calibration methods may
also include airspeed boom, static trailing cone, and radar range.

(5) The procedures presented in this paragraph pertain to the calibration of the
airspeed indicating system during takeoff ground acceleration. In particular, airplanes
with electronic instruments in the cockpit must account for the airspeed lag at the cockpit
display associated with data processing and filtering. The airspeed indicating system

“should not have a lag in excess of 3 knots at the V, speed during any takeoff condition.
Furthermore, if airspeed lag causes an increase of more than 100 ft. in takeoff or
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accelerate-stop distances, a lag correction must be applied to the airspeed indicating
system. Airspeed lag should be determined by one of the following methods:

(1) Conduct ground acceleration tests for a range of airplane gross weights
to calibrate Indicated Airspeed (IAS) at the cockpit display against the reference
Calibrated Airspeed. Determine airspeed lag from the calibration data by comparing the
cockpit displayed airspeed with the reference calibration speed for a given gross weight
and V, speed.

(i) Determine airspeed lag by analysis using a computer program suitable
for AFM development. Compute takeoffs for a range of gross weights to determine the
acceleration at V,. Calculate airspeed lag at V, for a corresponding acceleration and a
known time lag due to data processing and filtering. The analysis should also consider
other sources of airspeed lag as appropriate, such as the pneumatic lag in the pressure
lines for the pitot and static sources.

(6) Having established the calibration data, one acceptable method of adjusting
for airspeed lag is to apply corrections directly in the ADC data processing to result in a
lag-corrected airspeed at the cockpit display. Another would be to include an airspeed lag
correction in the takeoff ground speed calibration of Indicated vs. Calibrated Airspeeds in
the AFM. A single airspeed lag increment can be developed as the correction for the
range of gross weights and corresponding accelerations at V,. This increment, when
applied to the calibration, must result in no more than a 100 ft. increase in takeoff or
accelerate-stop distances due to airspeed lag for any takeoff condition. A more accurate
correction would result from presenting airspeed lag as a function of airplane acceleration
based on the calibration data. If acceleration data are available in the ADC, a real time
correction for lag during the takeoff can be applied in the data processing.

What is the proposed action?: Harmonize to the more stringent JAR standard, and add
the “requirements” contained in the FAA advisory material.

What should the harmonized standard be?: see below

Proposed text of harmonized standard:

Replace the current FAR/JAR 25.1323(c) with the following, and renumber the
remaining paragraphs accordingly:

(c) The airspeed error of the installation, excluding the airspeed indicator
instrument calibration error, may not exceed three percent or five knots, whichever is
greater, throughout the speed range from--

(1) Vyoto 1.3 Vg, with flaps retracted; and
(2) 1.3 Vg, to Vi with flaps in the landing position.
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(d) From 1.3 V to the speed at which stall warning begins, the IAS must change
perceptibly with CAS and in the same sense, and at speeds below stall
warning speed the IAS must not change in an incorrect sense.

(e) From Vo to Vo +2/3 (Vpr — Vo), the IAS must change perceptibly with
CAS and in the same sense, and at higher speeds up to V the IAS must not
change in an incorrect sense.

(f) There must be no indication of airspeed that would cause undue difficulty to
the pilot during the takeoff between the initiation of rotation and the
achievement of a steady climbing condition.

(g) The effects of airspeed lag may not introduce significant takeoff indicated
airspeed bias, or significant errors in takeoff or accelerate-stop distances.

How does this proposed standard address the underlying safety issue?: The proposed
standard continues to address the underlying safety issue in the same manner. JAR
standards have been added for the purpose of harmonization.

Relative to the current FAR, does the proposed standard increase, decrease, or maintain
the same level of safety?: The proposed standard increases the level of safety by
incorporating the additional JAR requirements. The additional requirement regarding
airspeed lag codifies current FAA policy.

Relative to current industry practice, does the proposed standard increase, decrease, or
maintain the same level of safety?: It maintains the current level of safety since industry
practice is to comply with both the FAR and the JAR.

What other options have been considered and why were they not selected?: This item was
proposed as an enveloping item. Various options regarding the split between rule and
advisory material were discussed to achieve the safety objective while ensuring flexibility
in the means of compliance.

Who would be affected by the proposed change?: Manufacturers and operators of
transport category airplanes could be affected by the proposed change.

To ensure harmonization, what current advisory material (e.g., ACJ, AMJ, AC, policy
letters) needs to be included in the rule text or preamble?: The FAA policy regarding
airspeed lag has been included in the proposed rule text.

Is existing FAA advisory material adequate? (If not, what advisory material should be
adopted?): Add the following to AC 25-7A:

An acceptable means of compliance when demonstrating a perceptible speed change
between 1.3 Vj to stall warning speed is for the rate of change of IAS with CAS to be not
less than 0.75.
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An acceptable means of compliance when demonstrating a perceptible speed change
between Vo t0 Vg +2/3 (Vpe- Vo) is for the rate of change of IAS with CAS to be not
less than 0.50.

The JAA will revise the relevant ACJ’s to be consistent with the above text and will add
the AC 25-7A text regarding airspeed lag to the JAA Flight Test Guide.

How does the proposed standard compare to the current ICAO standards?: The proposed
standards are consistent with, but more detailed than the ICAO standards.

Does the proposed standard affect other harmonization working groups?: Yes, this
proposal has been coordinated with and approved by the Avionics Systems
Harmonization Working Group.

What is the cost impact of complying with the proposed standard?: The Avionics HWG
was asked to-answer this question. Their response is: "In general the [Avionics HWG]
commenters agreed that there will not be any large additional cost (if any) over the
present day testing."

Does the working group want to review the draft NPRM prior to publication in the
Federal Register?: Yes.

In light of the information provided in this report, does the HWG consider that the “Fast
Track” process is appropriate for this rulemaking project, or is the project too complex or
controversial for the Fast Track Process. Explain: Yes, the “Fast Track” process is
appropriate for this project. The project is neither too complex nor too controversial to
use the “Fast Track” process.
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INSTRUMENT USING A POWER SUPPLY

(Final Report)
(as agreed in AVHWG meeting #4 in Toulouse on Jan,13™ 2000)

FAR 25.1331(a)(2)

What is the underlying safety issue addressed by FAR/JAR?

Assures that the instruments required under FAR/JAR 25.1303 are available to the
flight crew in the event the power source that is supplied to each instrument is lost
due to failure. In addition the JAR assures that a failure of one power source does
not affect the same instrument on both pilot stations.

What are current FAR and JAR standards?

Current FAR 25,1331:

(a)(2) Each instrument must ,in the event of the failure of one power
source, be supplied by another power source. This may be accomplished
automatically or by manual means.

Current JAR 25.1331:
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